Journal of Public Transportation

21

Assessing Transit Station Area
Redevelopment:
A Case Study of the Lindbergh
Station in Atlanta
Lawrence D. Frank, Georgia Institute of Technology
Mollie Stephenson Smith, CRA Associated, Inc.
Eleanor Q. Matthews, MARKETEK, Inc.

Abstract
This article assesses the land-use, demographic, circulation, and economic
development attributes of transit station area development. Findings from this assessment are applied to the Lindbergh Metropolitan Atlanta Rapid Transit Authority
(MARTA) Station area in Atlanta, Georgia, for which a private-public partnership is
currently being negotiated. Recommendations for the redevelopment of the Lindbergh
Station area are provided, including a schematic design that integrates those recommendations. The resulting recommendations are intended to maximize the likelihood
for transit ridership and economic benefit while offsetting traffic congestion and vehicle emissions-in keeping with the objectives of the Federal Transit Administrations
Livable Communities Initiative. A safe and inviting walking environment throughout a
station area-extending well beyond the area ofphysical redevelopment itself-is fundamental to achieving these objectives. Existing barrier effects and lack ofpedestrian
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connectivity associated with major transportation corridors within the Lindbergh
Station area will significantly offset transportation and environmental benefits on
which public investment in the redevelopment is predicated. Solutions are required that
provide not only safer street crossings, but a larger proportion of rights-of way devoted to pedestrian movement and the development ofa "street life. " Priority should be
given to pedestrian improvements that increase access to transit for traditionally
underserved populations. Finally, open space is required to effectively compete with
other more auto-dependent areas and to draw higher income populations to transit station areas.
Introduction

Many growing metropolitan areas throughout the nation are faced with
increasing levels of traffic congestion, sprawling development, socially isolated communities, and poor air quality. Development patterns and transportation
investments collectively shape not only the arrangement of activities in the
urban landscape, but also determine the relative ease of travel by mode. An
obvious alternative to auto-dependent "green-field" development is the reinvestment within existing centers. This article explores the potential for reinvestment around transit stations, in particular where walking and transit should
be viable options to the automobile. Assessing the likely implications of alternative approaches to redeveloping transit station areas can be supported
through a holistic approach at addressing the creation of a set of criteria or performance measures that address circulation, land- use, demographic, and economic development concerns. Past research also suggests that significant coordination is required among federal, state, regional, and local agencies to implement strategies aimed at confronting urban problems that extend to a regional
scale. Institutional mechanisms are required to prioritize nonmotorized circulation within station areas. This requires an investment program that extends well
beyond those parcels that are under redevelopment.
The Atlanta region is currently without a long-range transportation plan
that conforms with national air quality requirements specified in the Clean Air
Act and detailed in the National Ambient Air Quality Standards. This means
that the region is currently without an adopted strategy capable of achieving
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compliancewith federal air qualitymandates.Underpinningthe inabilityto
developa confonningtransportationplan is the allocationof growth,in tenns
of the specifiedlocationof futurehouseholdsandjobs, that has been modeled
by the AtlantaRegionalCommission.As currentlymodeled,the vast majority
of growthwouldgo to the urbanfringe-and the modelingresultssuggestthat
this,amongotherfactors,leadsto everincreasingautodependenceand bad air.
One alternativeto this scenariois to focusa portionof the growthinto locationswherealternativesto the single-occupant
vehicle(SOV)exist.' This article exploresthe redevelopmentof an existingtransit station area as a case
study to evaluatethe potentialfor improvingregionalair quality and transportationconditionsby capitalizingon existingtransitinvestments.

n-ansitSupportiveDevelopment
An extensiveliteraturedefiningtransit-oriented
development(TOD)currentlyexists.This articleappliesthe empiricalresearchembeddedin this literaturethroughthe developmentof a systemof land-use,demographic,circulation,
and economicdevelopmentattributesthat interactivelydefine a programfor
redevelopment.
The conceptualmodelfor this systemis depictedin Figure1.
The figure illustratesspecificattributesthat need to be addressedwithin
an effectiveredevelopmentplan.It is criticalto havea programfor redevelopment that definesthe appropriatecombinationof land-useand demographic
mix and supportivecirculationimprovements,confinnedagainst a carefully
researchedeconomicdevelopmentprogram.Transit-supportivedevelopment
refersto an urbanenvironmentcharacterizedby moderate-to high-densityresidential,and a mix of commercialand retailuses, all in close proximityto the
localor regionaltransitsystem.In additionto simplyaccommodatingprojected growth,the goalsof TODare to increasetransitridership,improvethe quality of life in urban areas, and enhanceeconomicvitality.Relatedobjectives
include:
1. using infill and redevelopmentto maximizethe use of existingurbanized areas alreadyaccessibleto transit;
2. employingland-usestrategiesto reinforcetransituse;
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Figure1.Attributesof transit-orienteddevelopment

3. creatingan environmentthatpresentsnumerousopportunitiesto walk
and bike,therebyreducingthe numberof automobiletripsand vehicle
milestraveledin the immediateareaand largerregion;and
4. fosteringa 24-hourcommunitythat is more vital, interactive,and
securethan manyof today'stypicalneighborhoods.
These benefits,however,are contingenton successfulimplementation.
For example,transit-supportivedevelopmentrequirescoordinationbetween
agenciesand all levelsof government,alongwith partnershipsbetweenand
amongdevelopers,neighborhoods,transitauthorities,and local government.
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Successof theserelationshipsalsorequiresunderstandingof availablefunding
sources.2
Land-UseConsiderations

TheliteratureonTODestablishesseveralkeyconceptualcomponents.
Many
researchershavefocusedon the importanceof landuse,particularlyon the effect
of intermixing
uses,thecompactness
of development,
andstreetconnectivity.
The
geographicscaleat whichusesare intermixedimpactsthe distancesthat needto
be traversedto reacha complementary
use(e.g.,a storefromhomeor work).The
compactnessof development,
mostoftenmeasuredas the densityor numbersof
householdsandjobs per unit of area,capturesa multitudeof demographicand
urbanformfactorsassociatedwithtravelchoice.The degreeto whichthe street
networkis interconnected,
rangingbetweena gridironplan(mostconnected)to a
cul-de-sacform(disconnected)
determinesthe levelof easethat destinationscan
be reached.Theseland-usemeasuresinteract.A measureofland-semixmayindicatethata neighborhood
hasa widevarietyof usesallwithinshortcrow-flywalking distances-but few peopleare walkingdue to the lack of directpedestrian
linkagesbetweenthesedifferentlanduses(Frank1998).
The questionof whatuses shouldbe included,and in what proportion,is
morecomplex.Calthorpe(1993)definesthe ideal land-usemix for neighborhood TODsas 10 percentto 15 percentpublicuse, 10 percentto 40 percent
core/employment,and 50 percent to 80 percent housing. Others stress the
importanceof retail uses, claimingthey can yield almostas manytransportation benefitsin residentialneighborhoodsas can higherdensities(Bernickand
Cervera 1997),a secondimportantfactorin encouragingtransitand pedestrian activity.
Numerousstudiesdocumentthat densityis a criticalcomponentof a set
of factors that are requiredto facilitatetransit ridership.In Urban Rail in
America,Pushkarev,Zupan,and Camella(1982)note the importanceof transit-supportivedevelopmentpatternsat bothtrip originsand destinations.More
specifically,they note the need for a minimumlevel of residentialdensityat
the productionend and a criticalmass of developmentat the destinationor
employmenttrip end for transitto be efficientand competitive.In an examiVol.2, No. 3, 1999
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nation of six metropolitanareas, rangingfrom Springfield,Massachusetts,to
New York City, transit ridershiprose marginallywhen residentialdensities
were increasedfrom 7 dwellingunits per acre to 16 (Bernickand Cervero
1997).Densityof workplaceshas also been foundto lead to increasedtransit
use. A study of Bellevue,Washington,a city havinga mean workplacefloor
area ratio of 7.4, foundthat 27 percentof its employeesreachedthe office by
bus, carpool,or vanpool(Cerveroand Gorham1995).This is a relativelyhigh
modalsharefor transitfor a modemsuburbancenterof moderatedevelopment
densities.The higher level of transitusage can be explainedby regionalcongestion, aggressive transportationdemand managementefforts pursuant to
Commute Trip Reduction efforts, and a high-qualitytransit service that
includesregionalexpress serviceoften operatingon less cloggedhigh-occupant vehiclefacilities.Anotherstudyof the Seattlemetropolitanregion found
that auto use decreasedand transitand walktrips increasedwhenemployment
densities of more than 75 workers per acre were reached (Frank and Pivo
1994). These shifts in travel from the personalvehicleto transit and walking
associatedhere with higherlevelsof employmentdensityreflectother market
forces that occur with higher concentrationsof development-namely the
increasedcost and the reducedavailabilityof parking.
Other importantland-usefactors focus on design issues such as block
size, connectivity,and buildingsetbacks.DowntownPortland,Oregon,is an
often-citedexampleof how a uniformlysmallblock size has helpedto create
a pedestrian-and transit-supportiveenvironment(City of Portland 1980).A
street pattern that uses an interconnectedgrid, where adjacentdevelopments
are linkedtogether,allowsfor a numberof alternativeroutesfor both pedestrian and vehiculartraffic. This adds variety for pedestrians,who, as a result,
have more paths to travel betweenactivities(Calthorpe1993).It also allows
local trips betweenthe home and nearbyattractionsto be made withoutusing
the majorarterialstreetnetwork(Metro 1997).This is a very importantsafety
considerationfor familieswith youngerchildren.
Calthorpe(1993)also observesthat minimalsetbacksencouragepedestrian activityby bringingbuildingscloseto the street.Buildingsshouldbe as close
Vol. 2, No. 3, 1999

Journal of Public Transportation

27

to the streetas possible,althoughsetbacksof up to 20 feet can be allowedfor
largerofficebuildingsin commercialareas.Theclosenessof the buildingsto the
streetalso servesto narrowthe streetand helpsto slowtraffic;the plantingof
treesin plantingstrips(if thereis enoughroom)or on the medianof a streetcan
havethe sameeffect.In residentialareasthe setbackshouldbe 10feetto 15feet,
allowingsomeprivacywhilekeepingthe buildingscloseto the street.
DemographicConsiderations

A varietyof studiesillustratethat land use and the level of transitservice
are not the sole factorsthat impacttravel choice;and, in some instances,are
regardedas havinga relativelyinconsequentialinfluencewhencomparedwith
householddemographics.Householddemographiccharacteristicsthat explain
travel behavior include income, life cycle stage, automobile availability,
householdsize, and ownership(Ewing,Haliyur,and Page 1994;Cerveroand
Kockelman1997).Most peoplethat inhabitsuccessfulTODsare between25
and 34 years old, and 65 yearsold and over.Whilemedianhouseholdincome
tendsto be relativelylow comparedwithmanysuburbancommunities,there is
an increasingdemandfor high-qualityhousinglocatedwithincloseproximity
to transit. Childlesshouseholdsand in-migrantsfrom foreign countriesare
other importantdemographiccandidatesfor transit-orientedliving (Cervero
and Kockelman1997).Thesehouseholdstend to be small,occupyless space,
and are more inclinedtowardmultifamilysettings.
Clearly,the ideal populationof a transit-orientedcommunitycan best be
characterizedby its diversity.However,in areaswhereretrofitis takingplace,
effortsto preservethe area's diversityare essential.This is a very important
considerationwithinthe LindberghStationarea in Atlanta,whichhas concentrationsof white,black,Hispanic,andAsianpopulationswithincloseproximity.3 The level of automobileownershipis also a reliableindicatorof a household's degreeof attractionto transit-supportive
development.Mostrail-served
apartmentsand condominiumsare small in size with relativelylow vehicle
ownership(Bernickand Cervero1997).Conversely,severalstudieshave further documentedthat increasinglevelsof auto ownershipare associatedwith
reducedtransit ridership(Frank 1999; Schimek 1996). Finally, it has been
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foundthat the populationof transit-basedhousingshouldhave largeconcentrationsof managerialand professionalworkers.Onlya fewresidentsof transit-basedhousingwork in sales,service,and otheroccupations(Bernickand
Cervera1997).
ClrculatlonPatterns

Whilethe importanceof landuse cannotbe overstated,characteristicsof
the transportationnetworkitselfplayan enormousrolein a successfulTOD.A
fundamentalcriterionof TODis the easeanddegreeof attractivenessfor local
travelon foot.Utilitarianfactors,suchas the easeof streetcrossings,sidewalk
continuity,signal placement,local street characteristics,and topography
(Parsons,Brinckerhoff,Quade,and DouglasInc. 1993;FloridaDepartmentof
Transportation1995)mustbe consideredduringplanningstagesof the TOD.
Other importantelementsare aestheticin nature,includingthe presenceof
lighting,landscaping,and streetfurniture.Peopleare attractedto placesthat
are quiet, well maintained,and conduciveto relaxationand social contact
(Untermann1984).Antoniou(1971)providesa very thoroughdescriptionof
factorsthat must be consideredwhenplanningfor the pedestrian,including
facilitiesandamenities,maintenance,
andtheprovisionof publicutilitiesto the
area under consideration.Sidewalkwidthsshouldbe large enoughto easily
accommodatethe expectedpedestrianflow; lightingshouldbe sufficientfor
both safety and attractiveness;and amenitiesshouldbe chosen and placed
basedon expectedflowand usage.
Moudonet al. ( 1996)theorizedthat the lowincidenceof pedestriantravel in mixed-use,medium-density
environments
locatedin manysuburbansettings is due to inadequatesite design.Even in areas spatiallyconduciveto
walking,a lackof direct,continuous,andsafepedestriansystemswill prevent
peoplefrom choosingto walk.This conditionis termed"low connectivity."
Thoughempiricalevidencerelatingpedestrianbehaviorto sitedesignin medium-densitysettingsis scarce,it doessuggestthat pedestriantravelis a viable
alternativeto the SOVfor a portionof the populationunderspecificcircumstances.Isolatingthose circumstancesand then ensuringtheir provisionis
thereforekey to providingfor a successfulpedestrianenvironment.
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An obviouscomponentof the circulationnetworkis the flowof vehicular
trafficon the roadwaysystem.One way that trafficflow can be structuredto
allow for pedestrianaccess while maintainingvehicle capacity involvesthe
formationof directionalcoupletsresultingin a narrowervehicularright-ofwaybetweenpedestrianrefuges.4 Otherpracticesthat oftenresultin the reduction of trafficvolumeand speedincludethe eliminationor reroutingof through
traffic,provisionof midblockcrossings,and developmentof internalpedestrian shoppingareas (Untermann1984).One measureof the degreeof pedestrian friendlinessis the proportionof the right-of-waydevoted to pedestrian
movement.The FloridaDepartmentof Transportation( 1995)suggestsan ideal
overallratioof 50:50of pedestrianspaceto vehiclespaceon targetedcorridors
withinTODs.
Manyother considerationsare necessarywhenplanningpedestrianfacilitiesin areasof substantialautomobiletraffic.Intersectionsare one of the most
obviousareasof concernand shouldbe clearlydesignedfor ease of pedestrian
crossingand maneuverability.
Geometryof the roadwayshouldbe designedin
order to slow traffic and allow pedestriansto safely share the facility;signal
placementshouldbe easily seen by the pedestrian;and sidewalksand crosswalksat or near intersectionsshouldbe well lit. Raisedmediansshouldbe providedso that pedestriansare givenopportunityfor refugemidwaythroughthe
streetcrossing(FloridaDepartmentof Transportation1995).
Economic
Development

Economicdevelopmenthas not been as well researchedas other aspects
of TOD.Newmanand Kenworthy(1996)pointout that transitinvestmentcan
have twice the economicbenefit to a city as highway investment.Transit
focusesaccessin a mannerthat enableshigherdensities,whichin turn creates
moreefficientsubcenters,whichcan offsetsprawl.In addition,transitenables
a regionto becomemorecorridororiented,makingthe provisionof infrastructure easier and less expensive(Burchelland Listoken 1974).The economic
developmentpoint of view shouldbe carefullyconsideredwhen assessingan
area's potentialfor successfulTOD. However,it shouldbe addressedwithin
the largercontextof the other issuesoutlinedhere as well. Berechman( 1995)
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statesthat in evaluatingthe economicdevelopmentpotentialof a transitstation
area,it is necessaryto considerthe traveland socioeconomic
characteristicsof
the area,the transportattributesof the project,and its relationshipto the wider
transportnetwork.
The ability of a project to maximizeits potentialrequires a careful
assessmentof the residentialand commercialland marketswithin a defined
competitivetrade area. Residentiallocationis a complexdecisionprocess
underpinnedby a set of attributes.The abilityto maximizethe attractiveness
of a station area as a residentiallocationrequiresknowingthe market.For
example,the abilityto attracthigh-endclientelewill requireunderstandingof
the amountand characterof open space that is perceivedas a competitive
amenityto havingone's ownyard.For low-incomeresidents,the proximityto
transit may help a great deal, but giventhe high rate of vehicleownership,
even among low-incomehouseholds,a competitiverental price will often
remainan overridingfactor.
An integratedapproachto assessingthe transportation,land-use,and economic developmentattributesof station area developmentis not typically
undertakenduring the assessmentand planningphases of TOD. Economic
developmentinterestsare indeedthe mostcommonfoundationof land development and transportationactions. However,a careful assessmentof the
underlyingmarketforcesdrivingthe demandfor an assumedreal estateproduct is often omittedfrom the transportationplanningprocess.The following
case study of the LindberghStationarea redevelopmentsuggeststhat transit
operators,developers,and environmentalists
may find themselveswith very
closelyalliedobjectives.Wheretravelby transitor on foot is highlysensitive
to a certainlevelof densityor compactness,the sameholdstrue for the developerwhoseprofitis contingentuponthe numberof sellableunitsthat are created withina project.
The LindberghStationArea

This case studybeganas an assessmentof redevelopmentplans for the
area surroundingLindberghStation,an intownstopon the MARTArail system
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(Figure 2). The goal of the study was to create a set of measures and design
tools that could be used to guide the final redevelopment program.
Recommendation
s were developed in partnership with the City of Atlanta's
PlanningBureauand MARTA.
The project expanded on the Transit Station Area Development (TSAO)
Study for the LindberghStationarea, which was completed by a team of consultants in January 1998. The City of Atlanta wantedto supplement the TSAO
effort with more in-depthinformationon the travel behavior,air quality,pedestrian accessibility, and economicdevelopmentpotentials of various approaches to redevelopment.Additionalresearch was conducted,literaturereviews of
relevant case studieswere performed,and transit-supportive development recommendationswere specified for the area. These will be used by the City in

Figure 2. Existing land - use and circulation conditions
at Lindbergh Station
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evaluatingthe environmentaland transportationbenefitsassociatedwith current and futureredevelopmentproposals.The informationgatheredhas been
used by local neighborhoodsin their effortsto minimizethe negativetraffic
impactsassociatedwith moreconcentrateddevelopment.
The three goals for the redevelopmentof the LindberghStationarea, as
statedby MARTAand the Cityof Atlanta,are to: ( 1) increasetransitridership
(2) foster economicdevelopment,and (3) establisha sense of community.
These three goals are roughly aligned with those of the Federal Transit
Administration's(FTA)LivableCommunitiesInitiative.5 Establishinga "livable community"that offersalternativesto auto-dependentland-usepatterns
foundelsewherein the Atlantaregionalsooffersan importantpromisefor the
reductionof vehicleemissions.Giventhe air qualityproblemsfacedwithinthe
Atlantaregion,a fourthgoal was addedfor the redevelopmenteffort:implement a model developmentpattern that supportsmultimodalaccessibility,
reducedauto dependence,and decreasedair pollution.
Thesegoalswereaddressedin theprojectthroughfourspecifictaskareas,
defined in Figure 1: land use, demographics,transportation,and economic
development.
StationAreaAnalysis

An analysisof existingland-useand demographicconditionswas performedusing censusdata, employmentsecuritydata, and assessors'parcelleveldataat the blockand block-grouplevels.Factorsincludedin the analysis
were age, income,employment,ethnicity,tenurein residence,housingvalue,
and otherhouseholdcharacteristics.Currentlevelsof land-useintensity(both
employmentandresidentialdensity),mix,andconnectivitywerealsoassessed.
Land Use. An examinationof land-useconditionsshowed that the
Lindberghstudyareacontains91 blocksand576hectares(approximately
1,422
acres).The averageblockis morethan 15acresin size-far higherthan what
mightbe considereda morewalkablescaleat between2 and 5 acres (City of
Portland1980).The westernportionof the studyarea is predominantlysinglefamilyresidential,while other portionsincludemore multifamilyapartment
buildings.Withinthe lastyear,formerlyvacantlandnearMARTA'snorth-south
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line has been developedintoan upscalemultifamilyapartmentcomplexof 396
residentialunits.6 Muchof the land in the studyarea is ownedby MARTAand
is usedfor the LindberghMARTAStation,the MARTAheadquartersbuilding,
and parking.The remaininglandin the studyarea is used for variousformsof
commercialdevelopment.Figure2 conveysthe layoutof existingdevelopment
in the stationarea includingsingle-familyresidentialto the east and high-densitycommercialdevelopalongthe PiedmontRoadcorridor.
Demographics.Racialdistributionand placementwithin the study area
were examined.Whiteresidentsmakeup 72.4percentof the Lindberghstudy
area and are evenly distributedthroughout.Most of the remainderis either
Hispanic(10.1%) or black(10.9%),and 3.7 percentare Asian.Nearlyall of the
minorityconcentrationsare locatedin the easternportionof the study areato the east of PiedmontRoad.Overall,the populationin the studyarea is fairly well educated,with 33 percenthavingearneda bachelor'sdegree,20 percent havingsome collegebut no degree,and 17 percenthavinga graduateor
professionaldegree.The largestpercentof occupantsin the study area works
in the managerial/professional
sector,comprisingabout44 percentof the study
area's workforce.Many residents(29%) also work in sales/services.Most
block groupseast of the MARTAstationhave a medianincomeof less than
$20,000.Block groups south of the MARTAstation have median incomes
between$20,000and $40,000.The moreaffluentresidentstend to live to the
northand west of the MARTAstationand have medianincomesrangingfrom
$40,000to $60,000-consistent with the racialdistributionnoted above.The
meannumberof vehiclesper householdin the Lindbergharea is 2.79. Thirty7
sevenpercentof the residencesin the studyareaare owner-occupied.
A majority of thesewere detached,single-familyhouses.The remaining63 percentof
the housingsupply,in the form of rental units, are low-rise,two-storyunits,
locatedalong Piedmontand LindberghRoadsand at the easternboundaryof
the study area. There is no significantsupply of attached,owner-occupied
housingin the studyarea at present.The medianhousevalue is in the rangeof
$175,000to $199,000.8 Approximately70 percentof the housingvalues are
morethan $150,000.
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Transportation

The initial assessmentof circulationconditions examined vehicular
access,pedestrianaccess,transitaccess,and safety.Deficienciesin the existing pedestriannetworkwerecataloged,includingsidewalkdisconnects,driveways,and facilitiesfor the disabled.ParkingdataobtainedfromMARTAwere
supplementedby conductinga three-dayparkingstudyto assessthe utilization
of surfacelots in the studyarea.Withinthe LindberghCenterarea, as in most
of the Atlanta region, the predominantmode of travel is the automobile.
PiedmontRoad,a six-lanestateroute,dividesthe studyarea into easternand
westernportionsand allowsa heavyvolumeof trafficto traversethe studyarea
at highspeeds.The fact that mostof the trafficis "cut through"is indicatedby
the peak traffictimes,whichare 8 A.M. and 5:15 P.M. Lack of on-streetparking, the visualeffectof existinglanduses, scaleof signage,and signaltiming
all play an additionalpart in the highspeedsobservedon PiedmontRoad.The
posted speed limit on PiedmontRoad is 40 milesper hour.Whileno formal
speedstudieswereundertaken,simplydrivingthroughthe area madeit apparent that averagespeedsare muchhigherthan the speedlimit.This is not too
surprisinggiven that everystep is takento maximizevehicletrafficflow and
the high-designspeedalongthis thoroughfare.
An origin-destinationstudyof the LindberghMARTAStationpark-andride patrons"confirmsa high proportionof drive-alonesand those using
MARTAto avoidthe inboundtrafficon the downtownfreeway.Mostof these
trips terminateat locationsoutsidethe study area-mainly downtown-sug9
gestingthat the studyarea is basicallya transferpointinsteadof a destination.
Surfaceparkingcomprises65 acres,correspondingwith a significantproportion of the studyarea (Figure2). The monthlyutilizationof the MARTAsurface lot, whichis free of charge,averages77 percent.The MARTAemployee
deck,for whicha parkingfee is charged($3),averagesa 75 percentutilization
rate.The parkingutilizationfor the area'stwo shoppingcenters,locatedto the
east of Piedmont,is not as high.Estimatesperformedover a three-dayperiod
indicatedthat these lots are heavilyunderutilized,especiallyduringthe weekday, when utilizationrates rangingbetween25 percentand 50 percentwere
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observed.Collectively,the lots have a 35 percentutilizationrate based on the
three-dayaverage. Conditionsfor pedestrianswithin the LindberghStation
area are hazardous and unpleasant. The intersection of Piedmont and
LindberghRoadshas beenthe sceneof numerouspedestrian-vehicleconflicts.
Figure 3 conveys the characteristicsof the pedestrianenvironmentof the
LindberghStationarea,and Table1 detailsthe incidentsinvolvingpedestrians
that took place in the area in 1995.
PiedmontRoad, the area's main roadway,has a daily traffic volume of
morethan 42,000vehicles.Five motorvehicleincidentsinvolvingpedestrians
took place in the study area during 1995.All but one of those occurredon
PiedmontRoad.Duringsite visits,the area's pedestriannetworkwas mapped,
focusingprimarilyon pedestriansandAmericanswith DisabilitiesAct (ADA)
disconnects.In additionto sidewalksthat abruptlystop, many areas do not
havethe curb cuts or sidewalkwidthmandatedby the ADAof 1990.Of greatest concernis the fact that severalintersectionshave handicappedramps on
one comerbut not on the other,essentiallytrappingthe wheelchair-bound
person who venturesinto the intersectionwithoutsurveyingthe far side.Another
pedestrianissue is the difficultyinvolvedin safely crossingPiedmontRoad.
Currently,inadequatecrosswalksand signal timingmake it a hazardoustraverse. The width of the crosswalksdoes not adequatelyaccommodatepeak
pedestrianflows.The narrow,mountablemedianson PiedmontRoad are also
inadequateand terminatea significantdistancebefore each intersection.The
protectionprovided by the mediansis also limitedby their low height, as
motoristscan easilydriveup and over thesecurbs.
Transportationrecommendations
resultingfrom this analysisfocusedon
pedestrianfacilities-especiallysidewalksand crosswalks.
• "Collector"sidewalksshouldnot be less than 3 meters in width; all
other sidewalksshouldnot be less than 2 metersin width.
• Pedestriansshould be able to cross all local streets at every logical
crossingpoint, and each intersectionshould have a clearly defined
crosswalkwith ( 1) pavementstripingand (2) pedestrianbuttonsand
signaldisplays.
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Figure 3. "Pedestrian environment' ' along Piedmont Road
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• Wheelchairrampsshouldbe providedat eachsideof eachintersection
as well as at both sides of all medians.Pedestrianbuttonsshouldbe
well withinthe reachof a personin a wheelchair.
• Signalphasingshouldprovideone secondof protectedcrossingtime
per each meterof streetwidth.
• Roadwaysof four or more lanes should have raised mediansthat
extendto the edgeof denotedcrosswalks.
• Wheresidewalksrun directlyparallelto roadways,a buffer shouldbe
providedto shieldthe pedestriansfrom the sightsand soundsof traffic and to diminishthe opportunityfor pedestrian-vehicleincidentsto
occur.Vehiclesparked on the street can serve as a buffer between
movingtraffic and sidewalksand this is noted as a logicalsolution
withinthe literature.
The circulationrecommendations
for the LindberghStationarea include
specific steps necessaryto improvethe pedestrianorientationof the area.
However,additionalchanges to the transportationsystem are required to
accommodatethese solutionswhile still maintainingadequatevehicularflow
levels.Threeprimarydesigncomponentsto be executedin the first phase of
the overallredevelopmentschemewere identifiedand are shownin Figure4
(northis up).
These changes to the transportationsystem include an extension of
SidneyMarcusBoulevard,one of the area's primaryroadways,whichextends
fromPiedmontRoadto LindberghDrive.Thiswill resultin the formationof a
parallelnorth-southcorridorto the west of PiedmontRoad in the study area.
Thisplan includesthe conversionof PiedmontRoadbetweenLindberghDrive
and SidneyMarcusBoulevardto a one-wayboulevardfor northboundtraffic.10
As a result,the overallvehicle-moving
capacityof the PiedmontRoadcorridor
is maintainedthroughthe study area while effectivelyreducingthe crossing
distancefor pedestriansfor eachdirectionof travel.Finally,MorosgoDrive,a
secondarynorth-southstreetto the east of PiedmontRoad,shouldbe restricted to transitbusesand servicevehicles.
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These recommendations were designed to relieve congestion and improve
pedestrian safety within the station area. The recommendation also stipulated
special treatment of intersections, including the use of bulb-outs at the end of
the parking lanes and brick or colored pavers to communicate the unique identity of the Lindbergh Station area and alert drivers that they are entering a heavily pedestrian-oriented zone. The final transportation-related recommendation
was to remedy the numerous pedestrian disconnects within the station area.11
These strategies will improve the pedestrian orientationof the area while maintaining adequate vehicular flow levels.
EconomicDevelopment

Land-use and transportationissues are, to some degree, necessary components of the TOD planning process. These issues are usually considered
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whenplanningsuch projects,althoughthe depthof analysisvaries.Economic
development,however,is not alwaysan elementof TODplanningand design
processes,an omissionthat can risk the marketabilityand economicviability
of the final project.The conceptsof physicaland demographicmarketidentificationhave been incorporatedinto this assessmentof the LindberghStation
area, resultingin a final analysisthat is more thoroughand practicalthan if
undertakenwith only a physical-planningorientation.An examinationwas
made of the current conditions and potential demand in the
Lindbergh/Piedmontmarket areas-both residential and commercial-and
recommendations
were madefor meetingthis demand.
EstimatingResidentialDemand.First,a primarymarketarea was delineatedto serveas the geographicbasefor the evaluationof potentialmarketsupportfor rentaland for-saleresidentialusesat the LindberghStationsite.The primary marketarea is generallydefinedas that geographicarea from whichthe
majorityof buyersor renterswill be drawn.Figure5 showsthe primarymarket
areathat was definedfor residentialproduct,boundedon the northby 1-285;on
the southby the GeorgiaRailroad;on the east by I-285;and on the westby the
Chattahoochee
River,MariettaBoulevard,and the SouthernRailroad.
Next, a demographicprofile for the primary market area was created
using the Demographicand IncomeForecastprovidedby CACI Marketing
Systems,Inc., includingpopulationand householdgrowth trends, age and
householdincomedistributions,and race and ethnicitytrends.Data for the primarymarketarea were comparedwiththe samedata for the Atlantametropolitan area.A potentialdemandanalysiswas performedfor the primarymarket
area to estimatethe marketdepthfor rentalapartmentstargetedat households
with annualincomesfrom$25,000to $50,000.The incomecategoriesused for
potentialhomeownersare those in excess of $35,000and assume monthly
housingcosts.for both renter-and owner-occupiedunits that average30 percent of monthlygrosshouseholdincome.
The two main sourcesof demandfor housingwithinthe primarymarket
area are new householdgrowthand renteror ownerturnover.New household
growthis traditionallyused to projectmarketgrowthand is based on popula-
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Figure 5. Residential market area

tion and household growth projections. Estimatesof occupied housing units by
tenure provide the base for estimating the number of households that will be
renters or owners. Renter or owner turnover is a morequantitatively significant
source of demand and is based on the estimated number of renter or owneroccupied units that will exist within the market area during the next five years.
The data sources for the potential demand analysis included population
estimates and projections and age and income distributions provided by CACI
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MarketingSystems,Inc., and housingcharacteristicscontainedin the 1990
census.Eventhoughthe potentialdemandanalysisusedfinitenumbers,its end
result (i.e., potentialmarketsupport)was interpretedas an approximationof
marketdepththat was balancedwiththe resultsof an analysisof the competitive supply.The supply analysiswas used to support both quantitativeand
qualitativeaspectsof the recommendedproductprogram.
The geographicbase for the analysisof the housingsupplywas the competitivemarketarea, definedas the geographicarea withinwhich similarprojects competewith one anotheron an approximatelyequal basis (Figure 5).
The competitiveresidentialmarketarea usedfor this projectis boundedon the
northby DresdenDrive,on the southby Poncede LeonAvenue,on the east by
ClairmontRoad, and on the west by PiedmontRoad.Withinthe competitive
marketarea, sevensubmarketswere identifiedbasedon the types and quality
of housingprevailingin each.Thesesubmarketswere surveyedto obtainage
of project,unit types, unit mix, rental rates/salesprices, value ratios (dollars
per square foot), occupancy rates, absorption histories, amenities, and
renter/ownerprofiles.
The final result of the potentialdemandanalysisfor renter and owneroccupiedhousingprovidedan estimateof annualmarketsupportfor new housing in the primarymarketarea.A recommendedresidentialdevelopmentprogramfor bothrentaland for-saleproductat the LindberghStationsite was then
createdbased on potentialmarketsupport,the results of the analysisof the
existingsupplyof rentalhousing,the availabilityof land,and the desiredscale
of the project.These figuresmay be conservativegiven the recent announcement by a major area employer,BellSouth,to relocatewithin the Lindbergh
Stationarea, whichmay serveto acceleratethe absorptionof residentialproperty,and particularlyowner-occupiedunits.
Results. Population estimates for the area indicated average annual
growthof 1.12percent,whichwas significantlybelowthe Atlantametropolitan area growth rate of 3.06 percent per year for the years 1990 to 1997.
Projectionsfor the years 1997to 2002indicatedan even slowergrowthrate.In
addition,the populationof the residentialmarketarea is significantly"older"
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than that of the Atlantametro area. Of the total population,13 percentwas
youngerthan 15yearsold in 1997,comparedwith22 percentin the metroarea.
Theproportionof the populationthatwas65 yearsof age and olderwas almost
15percentin the marketarea,comparedwith9 percentmetrowide.Medianage
in the market area had been increasingsince 1990,from 34.1 years to 36.7
yearsin 1997.Comparablefiguresfor theAtlantametropolitanarea were 31.5
yearsand 33.8years,respectively.
The potentialdemandanalysisfor the entireresidentialmarketarea estimateda total demandof 8,432market-raterentalunitsand 7,125market-rate,
for-saleunits during the years 1997to 2002. Renterhouseholdsqualify for
these units with annualincomesof $25,000to $50,000,and qualifiedbuyers
haveannualincomesof $35,000or more.Underthe 20-yearresidentialdevelopmentprogramproposedfor the LindberghStationsite, 4,500 new rental
unitsand 975 new owner-occupied
unitswouldbe planned.The requiredcapture rates for this developmentprogramat the LindberghStationsite are 0.03
percentof totaldemandfor rentalproductand0.005percentof demandfor forsale productwithinthe residentialmarketarea.12
Basedon theseresults,the development
proposalrecommendsthatan average of 225 rentalunitsbe builteachyearof the 20-yearbuild-outschedule.The
unitmixof the proposedrentalhousingprogramshouldbe one-,two-,andthreebedroomunits.Approximately
40 percent(1,800units)of new rentalhousing
shouldbe one-bedroomunitswitha medianareaof 750squarefeet.Theprimary targetmarketfor the one-bedroom
unitsare singleswho have the financial
capacityto livealone.Two-bedroom
rentalunitsshouldaverage900 squarefeet
andcomprise45 percent(2,025units)of totalrentalhousing.Primarytargetmarkets for these units includeroommates,young couples,empty nesters,and
retirees.Applyingthe same methodologyto assessresidentialdemandacross
product type suggests a smaller demand for larger, three-bedroomunits.
Specifically,
this analysissuggestedthatthe remaining15percent(675units)of
the rental housingprogramshouldbe three-bedroomunits averaging1,200
squarefeet.Theseunitswillbe primarilytargetedat youngerfamiliesandroommates.As indicatedabove,it is criticalto providea varietyof housingtypesat a
varietyof rental prices.However,this assessmentof the demandfor various
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typesof residentialproductsuggeststhat a limitedamountof demandexistsfor
larger,moreexpensiveunits.
The fact that only 18 percentof the proposedresidentialprogramfor the
LindberghStationsite is targetedat potentialownersis based on the observation that attachedfor-saleunits are absorbedmore slowlythan rentals in this
housingmarket.Absorptionof rentalunitsis consistentlystrongin this market,
averagingfrom 12 to 20 units per month. On the other hand, the sale of
attachedfor-saleunits in this markethas historicallybeen slow,primarilydue
to the wide rangeof housingchoicesavailableto potentialhomeowners.In the
competitiveproductsurveyconductedfor this research,the averageabsorption
of owner-occupied,attachedhousingwas 1.0unit per monthor less.
Therefore,this analysisindicatesthat an averageof 34 attachedfor-sale
units per year should be scheduled for the Lindbergh Station site.
Approximately35 percentof the unitsshouldbe one bedroom;60 percent,two
bedroom;and 5 percent,three bedroom.Basedon competitiveproductselsewhere within the competitivemarketarea, the suggestedaveragesize should
be largerin comparisonwith the rentalunits-800, 950, and 1,400squarefeet,
respectively.A key issue for TOD in the area is the provisionof owner-occupied housingin the $130,000to $170,000range.The analysisof the residential-ownermarketfoundthat fewunitsare for sale in this range,and recentprojects have had troublemeetingsalesgoals,resortingto gap financing.No unit
in the area is pricedbelow$150,000,and the majorityare pricedmuchhigher.
EstimatingCommercialDemand.For the retail marketanalysisand proposal, a primary retail trade area was definedfor the LindberghStation site
(Figure6). The primarytrade area is the geographicarea from whichthe great
majority(approximately80%) of customersoriginate.The delineationof the
retail trade area is based on drive-timeestimates,geographicboundaries,and
the location of existing shopping centers. The primary trade area for the
Lindberghproject is boundedby WestWieucaRoad,Nancy Creek Road, and
Harts Mill Road on the north; the GeorgiaRailroadon the south; 1-285,Oak
GroveRoad,and the LawrencevilleHighwayon the east; andNorthsideDrive,
MariettaBoulevard,and the SouthernRailroadon the west.
Vol. 2, No. 3, 1999

44

Journal of Public Transpo rtation

N

Highway network

11111
Commercial market area
C=:JAtlanta region

s

Figure 6. Commercial market area

Although a full demographic and income profile was not completed for
the retail trade area, psychographic data from CACI Marketing Systems'
ACORN were analyzed to provide a "lifestyle" profile of area households.
Since people who share the same demographic characteristics and have similar needs may have widely divergentwants and preferences, these data are considered useful market analysis tools. In this analysis, households within the
trade area are grouped into clusters or segments that bear descriptive names
meant to convey a type of neighborhoodor lifestyle.
To reinforce the ACORNdata, CACl estimates of retail "market activity"
for specific goods and services were evaluated. While there is no statistical
relationship betweenthe marketactivity data and psychographicdata provided
by ACORN, inferences may be drawn to identify market opportunities. The
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PurchasePotentialIndex (PPI) and the SpendingPotentialIndex (SPI) are
measuresof marketactivitydevelopedby CACIMarketingSystems.The PPI
measuresthe consumer'stendencyto buy certaingoodsand services,and the
SPI denotesactualdollarsspenton thesegoodsand services.Whenthe PPI or
SPI is equal to 100 for a specifictype of merchandise,it indicatesthat consumersare buyingat a rate equalto the nationalaveragefor that category.A
PPI or SPI greaterthan 100 indicatesthat consumersare buyingor spending
abovethe nationalaverage.In otherwords,the PPI indicatesif demandfor a
productor servicein the trade area is higheror lowerthan average,while the
SPI indicateswhatpricesconsumerswillactuallypay.In addition,10competitive shoppingcenterslocatedwithinthe primaryretail trade area were surveyedto obtaininformationon occupancylevels,leaserates,and generalcharacter.All the shoppingcenterssurveyedwerestripcenters.
Results.The populationof the commercialtradearea was 227,715,comprising 110,561households.The medianage of the tradearea populationwas
35.9years,with a medianhouseholdincomeof $41,469.The trade area population was somewhatolder than that of the Atlantametropolitanarea (35.9
years,comparedto 33.8years),as wellas lessaflluent($41,469medianhousehold income, compared with $46,765).According to the ACORN data
describedabove,the top consumergroupsin the retailtrade area are high-rise
renters(25.7%),enterprisingyoungsingles(17.4%),urban professionalcouples (13.0%),activeseniorsingles(9.3%),and twentysomethings
(7.9%).
The top two lifestylesegments,high-riserentersand enterprisingyoung
singles,are in the "up-and-coming-singles"
group.Theyhavemoneyand they
are willingto spendit. Theyare active,ambitious,and welleducated.Thethird
rankingsegment,urban professionalcouples,is in the "upscalehouseholds"
group. Most are marriedcouplesapproachingor at middle age. They spend
money on vacations,home furnishingsand improvements,the theater,concerts,and diningout. The activeseniorsinglessegmentis comprisedof middle-incomeseniorswho are activeand well educated.They use couponsand
spendmoneyon specialtyfooditemsandbooks.Finally,the twentysomethings
are young,active,and urban.Mostare singleand well educated.
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Overall,the marketactivitydata indicatethat trade area residentsbuy
merchandiseand servicesat rates that are higherthan the nationalaverage.
Withonly a few exceptions,they spendat a levelthat is also aboveaverage.
For example,consumersin the tradeareabuy entertainmentat a rate 3 percent
above the nationalaverage(PPI=103)and spend 13 percentabove average
(SPI=l13) on entertainment.Withinthe entertainmentcategory,concertsand
theaterhad a PPI of 138andan SPIof 106.Whileconsumerdemandfor apparel in the trade area is at the nationalaverage(PPI=100),consumersspend 7
percentaboveaverage(SPI=107)on apparel.Similarretailactivityis seen in
the householdfurnishingscategory,where the PPI=100 and the SPI=106.
Consumerseat in restaurantsat a rateof 11percentabovethe nationalaverage
(PPI=111)and spend8 percentabovethe nationalaverage(SPI=108).
A Programfor CommercialDevelopment.
A recommendedcommercial
developmentschedulefor the LindberghStationsite was createdbasedon the
resultsof this analysis,the availabilityof developmentsites for commercial
use, and the desiredthemeand scaleof the Lindberghredevelopmentproject.
The developmentprogramfor the LindberghStationsite envisionsa total of
345,000squarefeetofretail spaceby the year2017.Approximately18percent
of this spaceshouldbe allocatedto a centralmarketbuiltearlyin the schedule
to serveas an anchorfor the remainingretailand servicespace.Sucha market
shouldincludeshops,eateries,artsandcrafts,freshproduce,andgourmetfood
items.Thesestorefrontsare intendedto havethe appealof NewYorkCityvendors with decorativeawningsand lots of spaceavailablefor productdisplay.
The marketitselfshouldencompass70,000squarefeetand serveas an anchor
for almostfourtimesas muchadditionalretail,focusingparticularlyon restaurants and theaters.These economicdevelopmentinitiativeswill require a
strongpartnershipbetweenthe neighborhood,
developer,and transitauthority,
as well as a publicrelationsand marketingcampaignto improvethe perception of the publicand attracttransitusersto the development.
The recent announcementby BellSouthto participatein the redevelopmentwill serveto anchorthe stationareaas an emergingemploymentcenter.
BellSouth's plan to locate 1,000,000square feet of office space at the
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LindberghStationwill be in the formof two 17-storyofficetowers.If realized,
this may serveto increasethe demandfor housingand retail servicesabovethe
more conservativeestimatesreflectedin the analysis.

Summaryand Recommendations
The analysis of the LindberghStationarea TOD bridges physicalplanning and economicdevelopmentconsiderations.This approachis applicable
elsewhereand representsan incrementalimprovementover assessmentsthat
do not integratethese dimensions.If TODscontinueto be consideredboth as
pleasantalternativesto standarddevelopmentsand as partial solutionsto the
urban problemsof congestionand poor air quality, the approach described
here, which effectivelyincorporatesmarketdemand,should be further cultivated and seriouslyconsideredby developersand municipalities.It begins to
providedirectionfor communitiesthat do more than simplyserve as physical
modelsof this type of development.Based on this level of analysis,a transit
authority,municipality,and localneighborhoodshave the abilityto understand
the types of residents,businesses,and shoppersthat can be attracted to the
area.This enablesthe translationof modelsinto a realitythat can beginto give
shape to a physicalplan for redevelopment.
The analysesand recommendationsproducedby the approachdescribed
here provide an essentialfoundationfor effectiveanalysisof TOD plans, but
remain ineffectivein the absenceof somekey ingredientsof the implementation phaseof development.The LindberghStationarea projectprovidesa good
illustrationof the importanceof thesecomponentsto successfulcompletionof
TODsthat remaintrue to their underlyingpurposeand concept.Figure4 provides a schematicdesigndevelopedfor the studyarea that integratesthe physical projectrecommendationsfrom each of the four focus areas.
It is recommendedthat the firstphaseof redevelopmenttake placeon land
ownedby MARTAthat is currentlyoccupiedby the parking lot for the transit
station. This parking lot creates an unattractivebarrier for pedestrianmovement betweenPiedmontRoad and the stationitself.Furthermore,this parking
facilityis a largeunderdevelopedspacein the centerof an area that offershigh
potential for value capture. Based on the research, the area should be
·-..,
·,
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redesignedas a mixed-useareato includesomehousingabovefirst-floorretail
or restaurantuses. Owner-occupied
housingshouldbe locatedabovethe transit stationitselfwheretransitaccessis greatest.The designfor the area should
buildon a grid systemof streets,includinga widepedestrianwalkwaylinking
the stationwitha plazaor otheropenspaceat the intersectionof Lindberghand
PiedmontRoads(seeFigure2). Thestreetsto be constructedin this areashould
be narrowbut shouldprovidevehicularaccess.The networkof streetswith a
grid patternshouldbe continuedacrossPiedmontRoad in the area currently
occupiedby a largecommercialparkinglot. Finally,a seriesof pocketparks
and plazas shouldbe constructedto physicallyand visuallylink the various
partsof the districtand providenodesto pedestrianroutesand crossingpoints.
WhileFigure4 outlinesa circulationand layoutconceptfor the proposed
redevelopment,it does not attemptto allocatethe commercialand residential
growthover time in the studyarea. In addition,currentresistanceon the part
of the neighborhoodgroups,even in light of the significanteffort placed on
outreach,suggeststhe significantneed for resourcestargetedat cultivatinga
workableplan that the local communitycan embrace.In the case of the
LindberghStationarearedevelopment,
workis requiredto overcomethe existing pedestrianbarriersthat are createdby Lindberghand PiedmontRoads.To
resolveissuesthat extendbeyondthe confinesof the MARTApropertyunder
immediateattentionfor redevelopmentare the issuesassociatedwith the larger area that definesthe "stationarea."
This is particularlyimportantfor the transit-dependent
populationslocated acrossPiedmontRoadto the east.At play are conflictinginstitutionalconcernsgoverningtransportationfundingprioritiesand agencymandates.
These large-scaleissues, which extend beyond the immediatearea of
redevelopment,are criticalfor the projectto be able to achievethe goals of a
livablecommunityand to providea modelfor the regionof transit-supportive
developmentthat can assist in meetingair qualityobjectives.13 While neighborhoodgroupsare highlyawareand somewhatsupportiveof the project,they
haverecentlybeenvoicingmajoroppositionregardingtrafficimpactsand lack
of sidewalkconnectionsassociatedwiththe projectalongthese corridors.
Partnershipsmustbe builtbetweenandamongMARTA,the developer,the
/
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neighborhood,the City of Atlanta,and the federalgovernment.Each of these
partiesis currentlyinvolvedin the projectin someway, but coordinationand
cooperationis insufficientto assignresponsibilitythat otherwisefalls between
parties.The FTA,for example,has contributedfundingfor the projectunderthe
LivableCommunitiesInitiativeand expectsdevelopmentof the area to follow
the guidelinesset forthby thatprogramthat are reflectedin the goalsnotedearlier in this article.If those principlesare not followed,the largercommunity,
definedhereto includethe neighborhoods
thatsurroundthe redevelopment
area,
standto losethe opportunityof effectivelybenefitingfromthe redevelopment.
The full range of potentialfundingsourcesmust be understoodand utilized. Possible avenues for funding currently include the Transportation
EnhancementActivityportionof TEA-21funding;CongestionMitigationand
Air Qualityfunds;and 33C monies.14 Again,it is absolutelyessentialfor partnershipsto form early in the processand focus cooperativelyon the task at
hand:developingthe MARTAacreagein a transit-orientedfashionthat facilitates and encouragesadditionalinterconnectedredevelopmentof surrounding
areas.This task cannot be effectivelyapproachedwithoutadequatefunding,
and the rangeof sourcesavailablecan be complexand confusing.
The Lindberghprojectis in dangerof fallingintothe commontrap of tunnel vision.Many redevelopmenteffortsof this type tend to focus exclusively
on a single parcel, ignoringthe largergeographiccontext. Instead,planners
and developersmust includethe corridorand communityas a whole if their
plans are to succeed.For example,the immediatearea aroundthe Lindbergh
Stationis separatedfromthe surroundingcommunityby railroadtrackson one
side and PiedmontRoadon the other.In casessuch as this one, planningonly
for the site in questionwill resultin an islandof developmentthat has no hope
of serving either significantnumbersof pedestriansor the residentsof the
neighboringcommunity.Connectivitywiththe overallcommunityis an essential elementof the TOD, and a narrower,parcel-levelplanningdestroysthis
importantcomponent.This goal can raise the questionof responsibilitywhen
severalowners and stakeholdersare involved,and often results in disagreements and finger-pointing.Consensus-buildingefforts must be sufficiently

·,.
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effectiveto enablethe creationand implementation
of a cohesiveareawide
plan.
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Endnotes
I. TheAtlantaRegionalCommission(the area's federallydesignatedmetropolitan
planningorganization)has recentlyconducteda "LandUse SensitivityAnalysis"
to test the comparativeeffectson travelchoiceassociatedwith focusinggrowth
intoMARTAstationareas(AtlantaRegionalCommission,LandUse TaskForce
Results1999).The resultsof this analysis,witha 2020planninghorizon,was a
31.6percentincreasein home-basedworkand a 17.9 percentincreasein homebased,nonworktripsvia transit.However,the sameanalysisdid not revealsimilar reductionsin SOVtravel.
2. One of the more creativeand exhaustivefund-raisingeffortsfor transitstation
area redevelopmentcan be found in associationwith the FruitvaleBay Area
RapidTransitStation,for whicha widevarietyof privateandpublicmonieshave
beenpooledto implementan areawideredevelopment
plan.
3. The currentsite of the LindberghStationarea redevelopmentwas formerlyan
internationalmarket.
4. Thispracticerequiresuniquecircumstances
wherean alternativeright-of-wayis
availablefor separatingdirectionaltravel into one-waypairs. Such a practice
wouldbe usedto addressnegativeimpactsof pass-throughtraveloftenassociated withstate-ownedroutes.
5. MARTAreceived a grant from the FTA through the Livable Communities
InitiativeProgramfor the redevelopment
of the LindberghStationarea.
6. A greatdeal of theseunitsare partof the post-Lindbergh
development,whichis
adjacentto the LindberghStation.
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7. Homeownershipwas also foundto vary systematicallywith incomeand race.
8. Housingvalues in this centralportionof the Atlantaregion have risen dramatically sincethe time these data were collected.
9. The LindberghStationis the locationalong the north-southMARTAalignment
where two lines from the north (Dunwoody[along 1-400north] to Doraville
[northeast])mergeinto one headingsouth.
I0. It is possiblethat these streetsneednot be one way but couldrather serve to distribute the north-south flow throughthe station area, enablingPiedmontRoad
itselfto becomeless of a barrierfor pedestrianmovement.One-waystreetshave
been found to increase travel speed and are often difficult from an economic
developmentperspective.
11. The City of Atlanta has requested enhancementfunds under Transportation
EquityAct for the 21st Century(TEA-21)for severalof these neededpedestrian
improvements.
12. These capturerates are conservative.They are based on historicaltrends within
the residentialmarketarea definedabove.
13. GovernorRoy Barnesrecentlysignedinto law an act that establishesthe Georgia
RegionalTransportationAuthority(GRTA).The authoritywill have significant
oversightconcerningtransportationfundingand its relationshipwith major local
land-useactions. GRTAwill have the capacityto support projects such as the
LindberghStationarea redevelopmentthat have significantpotentialto improve
air qualityand offsetautomobiledependence.In particular,GRTAmay have the
financialcapacity to leveragefederal funding required to establish pedestrian
linkagesrequiredfor a successfulredevelopmenteffort.
14. TEA-21 makes several new provisions for the funding of transit-supportive
developmentincludingnew fundsfor creatingenvironmentallysustainablecommunitiesthat include the Transportationand CommunitySystem Preservation
Pilot Program.
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